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DEPARTMENT  OF  TRANSPORTATION 
Federal  Aviation  Administration 
14  CFR  Parts  93  and  159 
[Docket  No.  19948;  Notice  No.  80-2] 
Metropolitan  Washington  Airports 

agency:  Federal  Aviation 
Administration  (FAA),  DOT. 
action:  Notice  of  proposed  rulemaking. 

summary:  The  FAA  proposes  to  adopt 
rules  to  implement  the  DOT/FAA  policy 
to  guide  the  future  operation  and 
development  of  Washington  National 
and  Dulles  International  Airports  and  to 
improve  the  quality  of  the  environment 
in  the  areas  around  National.  That 
proposed  policy  is  published  elsewhere 
in  this  Federal  Register.  If  adopted,  the 
policy  would  necessitate  amendments  to 
existing  Federal  Aviation  Regulations 
which  allocate  scheduled  operations 
amongst  the  operators  of  aircraft  at 
National  Airport.  In  addition,  the  policy 
contemplates  modification  by  rule 
making  the  existing  practices  relating  to 
hours  of  operation,  scheduling  hours, 
nonstop  service  and  aircraft  equipment 
restrictions  at  National.  The  FAA  is 
proposing  rulemaking  to  assure  public 
participation  in  the  development  of  the 
policy,  a  clearer  understanding  and 
better  acceptance  of  airport  policies  in 
the  community  and  the  aviation 
industry,  and  to  assure  better 
compliance  by  airport  users.  FAA 
proposes  to  modify  Part  93  of  the 
Federal  Aviation  Regulations  to  change 
the  hourly  allocation  of  operations  at 
Washington  National  from  the  present 
40  per  hour  for  air  carriers,  8  for 
commuter  air  carriers  and  12  for  general 
aviation,  to  36  per  hour  for  the  air 
carriers,  and  either  12  for  commuters 
and  12  for  general  aviation,  or  15  for 
commuters  and  9  for  general  aviation. 
The  total  hourly  allocations  would 
remain  60.  FAA  is  also  proposing  to 
define  the  users  of  the  slots  by  the  seat 
size  of  the  aircraft  to  promote  efficient 
use  of  those  slots  and  to  assure  that 
smaller  aircraft  do  not  use  slots  that  are 
allocated  to  the  users  of  large  transport 
aircraft. 

Also,  FAA  proposes  to  adjust  the 
hours  of  operation  of  Washington 
National  Airport.  The  certificated  and 
commuter  air  carriers  will  not  be 
permitted  to  schedule  operations  after 
9:30  p.m.  It  is  proposed  that  a  curfew  be 
established  which  will  close  the  airport 
to  all  traffic,  except  in  emergencies, 
after  10:30  p.m.  and  before  7:00  a.m. 

These  measures  will  reduce  potential 
certificated  air  carrier  operations  at 


National  by  118,  an  18.6  percent 
reduction.  FAA  also  proposes  to  allow 
two  and  three  engine  wide-body  aircraft 
to  use  National  Airport  subject  to  a 
determination  by  the  airport 
management  that  the  operation  is 
compatible  with  airport  facilities.  In 
addition,  consideration  is  being  given  to 
formally  adopting  a  perimeter  rule 
which  limits  the  distance  of  nonstop 
flights  to  and  from  National  Airport. 
FAA  proposes  that  either  the  existing 
informal  650-mile  perimeter  with 
continuing  exceptions  for  seven  cities 
beyond  650  miles  be  maintained,  or  that 
the  perimeter  be  defined  as  1,000  miles, 
which  is  approximately  the  distance  to 
the  furthest  city  now  permitted  nonstop 
service  under  the  exceptions  to  the 
current  practice.  This  would  eliminate 
the  arguably  discriminatory  treatment  of 
closer-in  cities.  National  Airport's  role 
as  that  of  a  "medium”  and  “short  haul” 
airport  would  be  maintained  in  either 
case. 

DATE:  Comments  must  be  received  by 
April  15, 1980. 

ADDRESS:  Send  comments  to  Federal 
Aviation  Administration,  Office  of  the 
Chief  Counsel,  Attention:  Rules  Docket, 
AGC-24,  800  Independence  Avenue, 
S.W.,  Washington,  D.C.  20591. 

FOR  FURTHER  INFORMATION  CONTACT: 
Charles  C.  Erhard,  Metropolitan 
Washington  Airports.  Washington 
National  Airport,  Hangar  9,  Washington, 
D.C.  20001,  telephone:  (202)  557-0972. 
SUPPLEMENTARY  INFORMATION: 

Comments  Invited 

Interested  persons  are  invited  to 
participate  in  the  making  of  the 
proposed  rule  by  submitting  such 
written  comments,  data,  views,  or 
arguments  as  they  may  desire. 
Communications  should  identify  the 
regulatory  docket  or  notice  number  and 
be  submitted  in  duplicate  to:  Federal 
Aviation  Administration,  Office  of  the 
Chief  Counsel,  Attention:  Rules  Docket, 
AGC-24,  800  Independence  Avenue, 

S.W.,  Washington,  D.C.  20591.  All 
communications  received  on  or  before 
April  15, 1980,  will  be  considered  by  the 
Administrator  before  taking  action  on 
the  proposed  rule.  The  proposals 
contained  in  this  notice  may  be  changed 
in  the  light  of  comments  received.  All 
comments  submitted  will  be  available, 
both  before  and  after  the  closing  date 
for  comments,  in  the  Rules  Docket  for 
examination  by  interested  persons.  A 
report  summarizing  each  substantive 
public  contact  with  DOT  personnel 
concerned  with  this  rulemaking  will  be 
filed  in  the  docket. 

Commenters  wishing  the  FAA  to 
acknowledge  receipt  of  their  comments 


submitted  in  response  to  this  notice 
must  submit  with  those  comments  a  self- 
addressed,  stamped  postcard  on  which 
the  following  statement  is  made: 
“Comments  to  Docket  Number  19948." 
The  postcard  will  be  date/time  stamped 
and  returned  to  the  commenter. 

Availability  of  NPRM 

Any  person  may  obtain  a  copy  of  this 
notice  of  proposed  rulemaking  (NPRM) 
by  submitting  a  request  to  the  Federal 
Aviation  Administration,  Office  of 
Public  Affairs,  Attention:  Public 
Information  Center,  APA-430,  800 
Independence  Avenue,  S.W., 
Washington,  D.C.  20591,  or  by  calling 
(202)  426-8058.  Communications  must 
identify  the  notice  number  of  the  NPRM. 
Persons  interested  in  being  placed  on  a 
mailing  list  future  NPRMs  should  also 
request  a  copy  of  Advisory  Circular  No. 
11-2  which  describes  the  application 
procedure. 

Metropolitan  Washington  Airports 
Policy 

The  Administrator  of  the  Federal 
Aviation  Administration  (FAA)  has 
issued  for  public  review  and  comment  a 
comprehensive  statement  ‘of  policy 
which,  if  adopted,  would  guide  the  FAA 
operation  of  the  Metropolitan 
Washington  Airports — Dulles 
International  and  Washington  National 
Airports.  The  airports  are  owned  by  the 
United  States.  The  Notice  of  Proposed 
Policy  appears  in  this  Federal  Register. 
Certain  aspects  of  the  proposed  policy, 
if  adopted,  will  necessitate  amendments 
to  existing  Federal  Aviation  Regulations 
which  allocate  scheduled  operations 
amongst  the  operators  of  aircraft  at 
National  Airport.  Other  elements  of  the 
policy,  if  implemented,  will  result  in 
modifications  to  existing  practices 
relating  to  the  hours  of  operation,  hours 
of  scheduling,  nonstop  service  and 
permissible  aircraft  types.  The  existing 
practices  are  the  products  of  less  formal 
understandings  between  the  FAA  and 
users  of  the  airport.  FAA  believes  that 
the  understanding  between  the  airport 
proprietor  and  airport  users  on  basic 
policy  should  be  clear  and,  where 
appropriate,  formally  adopted  as  a 
regulation.  The  degree  of  voluntary 
compliance  with  current  policies  at 
National  Airport  has  been  very  high. 
Nevertheless,  to  assure  public 
participation,  to  promote  a  clearer 
understanding  and  better  acceptance  of 
airport  policies  in  the  community  as  well 
as  amongst  the  operators  of  aircraft,  and 
to  better  assure  compliance  with  the 
new  policies,  if  adopted,  FAA  is 
proposing  to  adopt  new  regulations,  and 
modify  existing  regulations,  relating  to 
Metropolitan  Washington  Airports. 
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Number  of  Operations 

FAA  proposes  to  amend  the  Federal 
Aviation  Regulation  that  allocates  the 
number  of  scheduled  operations  per 
hour  by  class  of  user.  Since  April  27, 
1969,  Washington  National  Airport  has 
been  operated  under  a  special  air  traffic 
rule  known  as  the  "High  Density"  rule 
[14  CFR  93.121  et.  seq.].  The  rule  was 
adopted  in  response  to  serious  airspace 
and  airport  congestion.  It  was  intended 
to  provide  relief  from  excessive  delays 
at  certain  major  terminals  including 
Washington  National.  The  rule  allocated 
60  operations  per  hour  under  instrument 
flight  rule  (IFR)  conditions  at  National 
Airport.  It  further  allocated  the  60  slots 
by  class  of  user  as  follows:  Air  carrier 
except  air  taxis — 40;  scheduled  air 
taxis — eight,  and  “Other,”  (general 
aviation) — 12.  The  allocations  to 
National  Airport  have  never  been 
modified. 

The  regulations  permit  operators  to 
obtain  additional  IFR  or  VFR  (visual 
flight  rule)  reservations  without  regard 
to  the  number  of  operations  allocated  if 
a  reservation  can  be  obtained  from  air 
traffic  control.  Reservations  are  granted 
by  air  traffic  control  if  the  aircraft  may 
be  accommodated  without  significant 
additional  delay  to  the  operations 
allocated  for  the  airport.  FAA 
procedures  permit  these  additional 
reservations  to  be  obtained  not  more 
than  48  hours  in  advance  of  the 
proposed  operation.  As  a  practical 
matter,  general  aviation  is  the  only  class 
of  user  that  can  use  this  additional 
reservation  procedure  because  it  does 
not  operate  on  an  advance  schedule 
basis. 

The  rule  grants  greater  priority  to 
certificated  air  carriers,  who  provide 
common  carriage  service,  in  accordance 
with  the  policy  of  recognizing  the 
national  interest  in  maintaining  a  public 
mass  air  transportation  system.  FAA 
observed  when  the  rule  was  adopted 
that  for  modem  travelers  there  is 
frequently  no  feasible  alternative  mode 
of  travel  and  when  airspace  and  airport 
capacity  limitations  compel  a  choice  by 
the  FAA  between  classes  of  airport 
users,  the  public  service  offered  by  the 
common  carrier,  both  certificated  and 
commuter,  must  be  preferred.  These 
observations  remain  true  today.  It  has 
been  the  intention  of  the  FAA  since  the 
rule  was  promulgated  to  make  revisions 
to  it  as  required. 

FAA  proposes  to  modify  the  hourly 
allocations  at  National.  The  agency  is 
considering  alternate  allocations  as 
follows: 

Alternative  A 

Air  carrier  except  "air  taxis",  36 
Scheduled  air  taxis,  12 


Other,  12  ^ 

Alternative  B: 

Air  carriers  except  air  taxis,  36 
Scheduled  air  taxis,  15 
Other,  9 

The  total  allocation  of  hourly  IFR 
Operations  will  remain  at  60. 

This  action  is  prompted,  primarily,  by 
two  considerations  basic  to  the 
proposed  operating  policy  for  the 
Metropolitan  Washington  Airports,  First 
is  the  need  to  manage  the  growth  of  the 
two  Federally  owned  airports  so  that 
they  best  serve  the  Washington 
metropolitan  community,  both  its  air 
travelers  and  its  residents.  National 
Airport  is  currently  serving  67  percent  of 
Metropolitan  Washington  air  passengers 
despite  the  available  capacity  and 
modem  facilities  at  Dulles  International 
and  Baltimore-Washington  International 
Airports.  Between  Dulles  and  National, 
National  serves  81  percent  of  the 
passengers,  79  percent  of  the  air  carrier 
operations  and  67  percent  of  the  total 
operations.  Furthermore,  despite  its 
generally  outmoded  condition.  National 
continues  to  grow.  It  served  14  million 
passengers  in  1978  and  approximately 
15  million  in  1979.  At  the  present  rate  of 
growth.  National  is  forecast  to  be 
serving  nearly  20  million  passengers  in 
1985,  which  would  constitute  60%  of  the 
three  airport  market  and  74  percent  of 
the  National-Dulles  market. 

The  continued  high  growth  rate  at 
National  leads  the  FAA  to  propose 
immediate  measures  to  control  the  rate 
and  to  assure  that  a  limit  is  placed  on 
the  growth  of  National  Airport.  The 
FAA  believes  that  this  will  lead  to 
.better  use  of  the  region’s  other  airports. 

A  limit  on  growth  will  permit  orderly 
planning  and  redevelopment  of 
National’s  aging  facility  to  serve  a  fixed 
number  of  travelers.  Also,  a  limit  is  most 
compatible  with  the  need  to  improve  the 
environmental  quality  in  the 
communities  surrounding  National. 

A  reduction  of  air  carrier  operations 
at  National  Airport  appears  to  be  the 
best  way  to  achieve  this  managed 
growth  objective.  ’The  reduction  of  four 
scheduled  operations  per  hour  will 
eliminate  64  potential  operations  based 
on  the  present  operating  hours.  As  part 
of  this  same  mlemaking,  FAA  is 
proposing  to  reduce  the  number  of  hours 
of  scheduled  operations.  The  total 
reduction  from  potential  air  carrier 
operating  slots  would  be  118  out  of  640 
per  day,  an  18.6  percent  reduction.  Even 
with  this  proposed  measure,  national 
will  grow  to  reach  the  proposed  18 
million  annual  passenger  cap  by  1985. 

But,  in  1985,  with  the  cap  on  growth. 
National  will  be  serving  nearly  two 
million  fewer  passengers  than  it  is 
forecast  to  serve  if  the  policy  is  not 


adopted.  Also,  it  will  have  been  reduced 
percentage  wise  from  67  to  54  percent  of 
the  regional  market.  With  the  cap  on 
growth,  the  airport's  percent  of  the 
passenger  market  will  continue  to 
decline  as  Dulles  and  BWI  grow.  In  a 
separate  rulemaking,  FAA  will  propose, 
in  February,  mechanisms  for  further  slot 
reallocations  to  maintain  the  limit  on 
growth  at  national.  At  the  same  time, 
the  FAA  will  address  the  treatment  of 
extra  sections.  Under  present  rules, 
carriers  are  permitted  to  operate 
unscheduled  extra  sections  with  a  single 
slot.  For  example,  in  the  past,  the  New 
York  “shuttle”  service  often  included 
four  or  more  extra  sections,  particularly 
in  the  evening  hours. 

The  second  policy  consideration 
prompting  the  reduction  in  air  carrier 
slots  is  the  need  to  provide  more  slots 
for  the  commuter  air  carriers.  Under  the 
existing  rule,  commuters  are  allocated 
eight  scheduled  operations  per  hour.  At 
present,  there  are  only  eight  commuter 
operators  at  National  Airport.  There  is  a 
list  of  13  operators  waiting  to  acquire 
operating  slots.  The  turnover  of 
commuter  slots  has  been  static  for 
several  years.  Increased  commuter 
activity  has  been  possible  only  by  those 
commuters  able  to  obtain  certificates  of 
convenience  and  necessity  from  the 
Civil  Aeronautics  Board  for  their 
Washington  operations  thereby  allowing 
them  to  participate  in  the  allocation  of 
slots  for  the  certificated  air  carriers. 
Thus,  recent  increases  in  commuter 
operations  have  been  with  certificated 
air  carriers  slots,  not  with  commuter 
slots.  Some  of  these  air  carrier  slots  are, 
therefore,  being  used  for  the  operation 
of  comparatively  small  aircraft  with  less 
than  30  seats,  and  often  only  19  or  15. 

The  reallocation  of  slots  to  permit 
more  operations  of  commuter  aircraft  in 
lieu  of  the  larger  turbojet  aircraft  should 
result  in  a  noise  benefit  to  the 
community.  By  and  large,  the  commuter 
aircraft  are  substantially  quieter  than 
the  aircraft  operated  by  the  certificated 
carriers.  Also,  an  increase  in  the 
commuter  allocation  will  be  in 
furtherance  of  the  policy  of  the  Airline 
Deregulation  Act  to  promote  the 
continued  strengthening  of  commuter  air 
carriers  so  as  to  assure  a  more  effective, 
competitive  airline  industry.  Consistent 
with  the  Airline  Deregulation  Act,  some 
certificated  air  carriers  have 
discontinued  service  to  markets  that  are 
not  in  their  interest  to  serve.  Meanwhile, 
commuter  air  carriers  that  are  available 
for  replacement  service  to  these 
conununities  have  been  unable  to  obtain 
slots  at  Washington  National.  The 
transfer  of  four  scheduled  operating 
positions  per  hour  from  the  certificated 
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air  carriers  to  the  commuters 
(Alternative  A)  should  help  achieve  the 
goal  of  improving  commuter  service  as 
well  as  enabling  controlled  growth  at 
the  airport. 

Additionally,  the  increase  in 
commuter  slots  should  improve  service 
to  smaller  cities  and  communities  that 
have  experienced  a  reduction  or  loss  of 
service  as  the  larger  carriers  have 
concentrated  their  operations  on  larger 
markets.  Cities  in  West  Virginia, 
Virginia,  North  and  South  Carolinas  and 
other  nearby  states  have  expressed  an 
interest  in  improved  service  to 
Washington  and  some  have  experienced 
a  reduction  in  certificated  carrier 
service.  Commuter  air  carriers  should  be 
able  to  replace  the  lost  or  reduced 
service,  and  may  even  be  able  to 
stimulate  new  service  to  more 
communities  that  have  not  had  direct  air 
carrier  access  to  Washington. 

More  than  four  additional  hourly  slots 
mfiy  be  needed  for  the  commuter 
operators.  Therefore,  FAA  is  also 
proposing  for  consideration  the 
alternative  of  allocating  seven 
additional  slots  to  the  commuter  air 
carriers.  The  slots  will  be  reallocated  as 
follows:  Four  will  be  deducted  from  the 
allocation  to  certificated  carriers  and 
three  will  be  deducted  from  the  general 
aviation  allocation  (Alternative  B). 

Under  the  present  regulatory  scheme, 
slots  that  are  not  used  by  either  the 
certificated  or  commuter  air  carriers 
revert  to  general  aviation.  This  practice 
will  continue.  Additionally,  under  the 
existing  regulations  operations  are 
allowed  at  National  over  and  above  the 
hourly  allocation  if  air  traffic  control 
can  accommodate  the  operation  without 
significant  additional  delay  to  the 
operations  for  which  slots  have  been 
obtained.  Because  general  aviation  does 
not  operate  on  a  schedule,  it  can,  and 
does,  utilize  this  provision.  FAA  is  not 
proposing  to  change  the  regulation  in 
this  regard.  Experience  has  shown  that, 
while  operating  within  the  rules,  total 
general  aviation  operations  regularly 
exceed  the  hourly  allocation  of  12. 

During  the  month  of  September,  which 
represents  the  mean  for  monthly 
operations  at  National  Airport  in  1979, 
the  number  of  general  aviation 
operations  exceeded  12  during  225  of  the 
320  weekday  hours  (20  days  X  16  hours) 
subject  to  allocation,  i.e.,  70  percent  of 
the  time.  In  certain  hours  of  the  day,  for 
example,  the  three  hours  from  2  p.m.  to  5 
p.m.,  there  were  more  than  12  operations 
every  weekday  in  the  month  of 
September,  and  in  many  other  hours  the 
allocation  was  exceeded  on  at  least  15 
days.  The  number  of  hourly  general 


aviation  operations  was  frequently 
twice  the  allocation,  or  more.  Therefore, 
because  unused  carrier  slots  revert  to 
general  aviation  and  because,  in  any 
case,  general  aviation  aircraft  can  often 
operate  without  a  slot,  the  transfer  of 
three  slots  from  general  aviation  to  the 
commuter  air  carriers  is  believed  to  be 
the  best  means  of  providing  the 
additional  commuter  capacity. 

The  Department  of  Transportation 
believes  that  providing  up  to  15  slots  per 
hour  to  the  commuter  air  carriers  is 
warranted  as  an  efficient  utilization  of  a 
scarce  operating  resource  that  is  also 
consistent  with  other  objectives  of  the 
Government.  There  is  a  waiting  list  of 
commuter  carriers  seeking  to  operate  at 
National  Airport.  The  commuters 
currently  operating  there  are  seeking 
additional  operating  times.  There  are 
also  four  operators  of  aircraft  with  less 
than  56  seats  that  are  currently  using  air 
carrier  certificated  slots  (approximately 
20]  which  under  this  proposal  will  have 
to  use  commuter  slots.  There  appears, 
therefore,  to  be  sufficient  demand  for 
the  102  daily  additional  slots  (7  for  each 
of  14  Vz  hours  of  operation)  that  this 
proposal  would  create  for  commuters. 

The  reallocation  of  operating  slots  is 
proposed  here  in  the  alternative  and 
commenters  are  asked  to  address 
themselves  to  whether  the  needs  of  the 
commuter  air  carriers  and  the  service 
they  represent  should  be  met  by  an 
infusion  of  four  or  seven  additional  slots 
per  hour. 

Finally,  to  promote  the  most  efficient 
utilization  of  both  the  air  carrier  and 
commuter  slots  at  Washington  National, 
FAA  is  proposing  to  require  that 
operations  with  aircraft  having  a  seating 
capacity  of  less  than  56  seats  be 
conducted  from  the  commuter  air  carrier 
or  “air  taxi”  slot  allocation,  even  if  the 
carrier  is  certificated.  Commuter  air 
carriers  that  have  acquired  a  certificate 
of  public  convenience  and  necessity 
from  the  Civil  Aeronautics  Board  are 
presently  permitted  to  participate  in  the 
allocation  of  certificated  air  carrier 
scheduling  slots  and  to  use  those  slots  to 
operate  aircraft  with  a  limited  seating 
capacity.  Many  of  the  newly  certificated 
carriers  continue  to  use  the  same 
aircraft  they  utilized  before  certification. 
Only  the  status  of  the  operator  has 
changed.  As  a  result,  15  and  19  seat 
aircraft  are  being  operated  in  slots  that, 
heretofore,  have  been  used  almost 
exclusively  by  the  larger  capacity 
turbojet  aircraft. 

The  Department  of  Transportation  is 
of  the  opinion  that  the  most  efficient  use 
of  the  slots  allocated  to  “air  carriers 
except  air  taxis,”  is  to  reserve  them  for 
larger  capacity  aircraft.  For  the  same 
reasons  of  efficiency,  operations  of 


aircraft  with  fewer  than  56  seats  at 
Washington  National  should  be 
operated  in  the  “air  taxi”  slots.  The 
“less  than  56  seat”  definition  for 
commuter  aircraft  is  as  defined  by 
Congress  in  Section  32  of  the  Airline 
Deregulation  Act  of  1978  [49  U.S.C. 
1386(b)].  The  requirement  that  “air  taxi” 
slots  be  used  for  air  carrier  aircraft  with 
a  seating  capacity  of  less  than  56,  and 
that  certificated  air  carrier  slots  be  used 
for  all  air  carrier  aircraft  with  56  seats 
or  more,  will  apply  to  all  carriers, 
whether  or  not  certificated.  • 

The  DOT  recognizes  that  the  impact 
of  the  growth  in  the  commuter  air  carrier 
industry  does  not  rest  uniquely  on 
Washington  National  Airport.  While  the 
proposal  to  require  operators  to  use 
commuter  slots  for  operations  of  aircraft 
with  less  than  56  seats  applies  only  to 
Washington  National,  FAA  will 
continue  to  monitor  the  situation  at  the 
other  “high  density”  airports  for  which 
hourly  operations  are  allocated  by  class 
of  user  under  §  93.123. 

Hours  of  Operation 

FAA  proposes  to  amend  the  Federal 
Aviation  Regulations  to  limit  the  hours 
that  National  Airport  is  open  and  to 
further  limit  the  hours  in  which  the 
certificated  and  commuter  air  carriers 
can  schedule  operations.  Carriers  would 
be  permitted  to  schedule  operations 
between  7:00  a.m.  and  9:30  p.m.  The 
allocation  to  each  class  of  user,  between 
9:00  and  9:30  p.m.,  wilf  be  up  to  half  its 
normal  hourly  allocation.  (If  half  of  the 
hourly  allocation  is  a  fraction,  then  the 
next  higher  whole  number  may  be 
scheduled.)  The  reduction  in  scheduling 
hours  will  eliminate  60  nighttime  air 
carrier  operating  slots.  When  combined 
with  the  reduction  in  the  air  carrier 
hourly  allocation  of  slots  as  discussed 
above,  there  will  be  a  reduction  of  118 
air  carrier  operating  slots.  This  measure 
will  aid  the  FAA  in  controlling  the 
growth  of  National  Airport.  It  will  also 
correct  the  practice  which  has  permitted 
the  air  carriers  to  schedule  as  many  as 
20  operations  and  potentially  schedule 
as  many  as  40,  their  entire  hourly 
allocation,  precisely  at  10:00  p.m.  The 
current  scheduling  limitation  is  not  a 
legal  prohibition  on  operations  occurring 
after  10:00  p.m.  if  they  are  scheduled  to 
occur  at  or  before  10:00  p.m.  Due  to  the 
bunching  of  operations  at  10:00  p.m.,  late 
flights  regularly  occur.  These  late  night 
operations  impose  a  noise  burden  on  the  ’ 
community.  The  prohibition  on 
scheduling  after  9:30  and  the  prohibition 
on  scheduling  more  than  half  the  hourly 
allocation  of  slots  between  9:00  and  9:30 
will  eliminate  the  bunching  of  turbojet 
operations  and  help  assure  that 
scheduled  operations  are  completed 
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before  the  late  night  hours.  Delayed 
arrivals  or  departures  that  are  scheduled 
before  9:30  will  be  permitted  to  occur 
until  10:30  p.m. 

The  proposed  curfew  will  prohibit  all 
but  emergency  operations  after  10:30 
p.m.  and  before  7:00  a.m.  It  will  affect 
approximately  hve  percent  of  the 
current  daily  operations  at  National. 

The  operations  are  conducted  primarily 
by  general  aviation  with  some 
occasional  commuter  and  air  carrier 
propeller  aircraft  activity.  Most  late 
operations  occur  between  10:30  p.m.  and 
midnight  or  between  6:00  and  7:00  a.m. 
and  it  is  expected  that  these  operations 
can  be  accommodated  during  authorized 
operating  hours  at  National  or  at  Dulles 
Airport  and  BWI. 

FAA  recognizes  that  an  inconvenience 
may  be  caused  to  certain  travelers  who 
seek  transportation  to  or  from 
Washington  in  the  evening,  to  the 
Government  official  or  businessman 
wishing  to  travel  late  at  night  on  a 
general  aviation  aircraft,  to  nighttime  air 
freight  carriers,  and  to  passengers  on 
delayed  incoming  flights  diverted  to 
Dulles  or  to  BWI.  This  latter  occurrence 
should  be  very  infrequent  due  to  the 
proposal  to  prohibit  air  carriers  from 
scheduleing  operations  after  9:30  p.m. 
FAA  believes  that  this  inconvenience 
can  be  minimized  by  careful  planning 
and  by  greater  utilization  of  Dulles  and 
BWI. 

As  stated  in  the  Notice  Proposed 
Policy,  the  Washington  area  is  served  by 
three  major  airports,  two  of  which  are 
operated  by  the  FAA.  The  FAA  is  in  a 
position  to  assure  that  its  facilities 
provide  access  to  Washington  to  all 
aeronautical  uses.  Dulles  Airport,  the 
FAA  can  assure,  will  remain  open  to  all 
users  without  undue  restrictions.  The 
availability  of  this  alternative  capacity, 
and  the  benefits  to  the  community,  lead 
the  FAA  to  conclude  that  the  curfew  is 
warranted. 

The  proposed  rule  recognizes 
emergency  operations  as  an  exception 
to  the  curfew. 

Wide-Body  Aircraft 

It  is  proposed  to  amend  Part  159  of  the 
Federal  Aviation  Regulations  to  specify 
that  four  engine  turbojet  transport 
category  aircraft  are  not  permitted  to 
operate  at  Washington  National  and 
that  two  and  three  engine  wide-body 
transport  catetory  aircraft  are  to  be 
permitted  only  if  the  airport 
management  determines  that  the 
operation  would  be  compatible  with  the 
airport  facility.  This  proposal  would 
modify  existing  policy  which  has  been 
to  restrict  the  carriers  to  using  two  and 
three  engine  narrow  body  aircraft  at 
National  Airport. 


Some  Washington  markets  should  be 
better  served  by  the  use  of  higher 
capacity  aircrah.  Potential  markets  for 
such  aircraft  service  include  New  York, 
Chicago,  Atlanta,  Boston,  and  Miami. 
This  measure  should  also  assist  the  air 
carriers  in  the  management  of  their  fleet, 
which  operates  over  a  system  of  points, 
if  Washington  National,  which  is  but 
one  point  in  the  system,  does  not 
unnecessarily  restrict  equipment  usage. 
The  newer  technology  aircraft  are 
subject  to  progressive  noise  standards 
and  their  use  at  National  is  expected  to 
result  in  an  improvement  in 
environmental  impact  when  compared 
to  the  impact  of  continuing  to  operate  a 
fleet  of  100%  narrow-body  aircraft.  With 
the  proposed  18  million  annual 
passenger  cap,  the  use  of  wide-body 
aircraft  with  high  capacity  will  tend  to 
reduce  further  the  overall  number  of 
slots  available  to  the  carriers. 

Although  no  longer  excluded  as  a 
matter  of  policy,  it  is  recognized  that 
high  capacity  wide-body  aircraft  may 
severely  strain  the  ground-side 
capabilities  of  National  Airport.  At 
National,  these  aircraft  would  carry 
between  200-275  persons.  It  may  not  be 
in  the  best  interests  of  air  travelers  to 
permit  wide-body  aircraft  to  operate  at 
National  where  the  aircraft  parking 
apron  or  the  terminal  areas  may  be 
signiHcantly  impacted.  Therefore,  until 
facility  improvements  are  made  at 
National,  FAA  proposes  to  permit  two 
and  three  engine  aircraft  not  regularly 
operating  at  National  on  the  issuance 
date  of  this  notice  to  operate  at  the 
Airport,  but  only  after  the  air  carrier 
proposing  the  operation  has  submitted 
an  acceptable  operating  plan  to  the 
Director  of  Metropolitan  Washington 
Airports.  That  plan  must  describe  the 
type  of  aircraft,  the  schedule,  the  gate 
position  to  be  used,  and  other 
information  about  the  operation.  Wide- 
body  aircraft  operation  may  be 
disallowed  by  the  Director  on  a  non- 
discriminatory  basis  if  he  determines 
that  the  proposed  operation  is 
incompatible  with  the  airport  facilities. 

Although  current  generation  four 
engine  transport  category  aircraft  will 
continue  to  be  excluded  from  National, 
FAA  recognizes  the  emerging  technolgy 
that  may  produce  four  engine  jet 
transports  that  are  compatible,  from  an 
operational  and  environmental 
standpoint,  with  the  role  of  National 
Airport.  At  that  time  FAA  will  consider 
permitting  those  aircraft  to  be  operated 
at  National.  Of  course,  Dulles  Airport 
remains  available  to  all  types  of  aircraft 
without  restriction,  as  does  BWI. 


Nonstop  Service  Restrictions 

By  agreement  with  the  carriers,  in 
1966,  nonstop  flights  to  and  from 
National  were  limited  to  a  radius  of  650 
miles.  Seven  cities  beyond  650  miles 
were  excepted  because  they  had 
existing  nonstop  service  with  propeller 
aircraft  and  are  still  provided  nonstop 
service  under  the  agreement.  These 
cities  are  Minneapolis,  St.  Louis, 
Memphis,  Tampa,  Orlando,  West  Palm 
Beacii  anti  Miami. 

The  FAA  believes  that  for  the  time 
being  a  perimeter  restriction  is 
necessary  to  preserve  National  Airport’s 
"medium"  and  "short  haul”  and  local 
service  role  and  keep  it  distinct  from  the 
"long  haul”  and  international  role  of 
Dulles  Airport.  FAA  views  the  perimeter 
restriction  on  National  as  an  important 
element  to  an  effective  managed  growth 
policy  at  National. 

Its  elimination  could  intensify,  rather 
than  diminish,  the  use  of  National  for 
long-haul  service  between  high  density 
markets  because  the  longer  stage 
lengths  tend  to  be  more  attractive  to  the 
carriers.  More  of  National’s  operating 
slots  would  be  devoted  to  long-haul 
operations  and  service  to  closer-in 
markets  could  be  detrimentally  affected. 
Also,  elimination  of  the  perimeter  to 
allow  nonstop  service  to  western  and 
west  coast  cities  from  National  could 
result  in  a  shift  of  a  very  significant 
number  of  operations  away  from  Dulles 
and  BWI,  For  example,  nonstop  service 
to  western  cities  such  as  Dallas, 

Houston,  Austin,  Denver,  Tulsa  and 
Phoenix  constitute  nearly  40  percent  of 
the  daily  domestic  flights  currently 
operating  at  Dulles.  A  shift  of  all  or  a 
significant  portion  of  these  operations  to 
National  would  negatively  impact  upon 
service  from  Dulles  Airport,  llius, 
eliminating  the  perimeter  would  be 
directly  contrary  to  the  objective  of 
making  better  use  of  Dulles’  and  BWI’s 
capacity  as  well  as  contrary  to  the 
objective  of  managing  the  growth  at 
National. 

However,  under  the  existing  practice 
nonstop  service  is  denied  to  cities 
beyond  650  miles  even  though  they  are 
not  as  distant  as  the  furthest 
“grandfather”  city,  Minneapolis,  which 
is  approximately  1000  miles  distant.  'The 
practice  has  been  questioned  by  some 
as  to  whether  it  is  discriminatory. 
Adoption  of  a  1000  mile  rule  would 
eliminate  this  question  because  the  rule 
would  treat  cities  of  equal  distance 
equally,  with  regard  to  access  to 
National  Airport.  Cities  beyond  1000 
miles  would  continue  to  have  nonstop 
access  to  Washington  via  Dulles  or  BWI. 

Adoption  of  the  1000  mile  alternative 
would  permit  nonstop  service  to  such 
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cities  as  Birmingham,  Alabama,  Ft. 
Lauderdale,  Florida,  New  Orleans, 
Louisiana,  and  Kansas  City,  Missouri, 
and  other  cities.  .The  new  nonstop 
service  would  still  have  to  be 
accommodated  within  the  quota  system; 
it  would  not  increase  the  number  of 
flights  at  National.  In  addition,  it  is  not 
believed  that  the  origin  and  destination 
points  of  the  aircraft  materially  affect 
the  environment  around  National 
Airport  provided  that  these  points  are 
not  long-haul  segments.  Therefore,  FAA 
believes  the  1000-mile  perimeter  would 
improve  access  to  the  Nation’s  Capitol 
without  placing  any  appreciable  further 
environmental  burden  on  the 
surrounding  community.  However, 
maintenance  of  the  existing  650  mile 
perimeter  and  seven  exceptions  is 
proposed  here  along  with  the  alternative 
of  1,000  miles. 

FAA  is  committed  to  maintaining 
National  Airport  as  a  “medium"  and 
"short-haul"  airport.  However,  the  FAA 
will  continue  to  monitor  the  effects  of 
any  perimeter  and  will  consider  changes 
to  the  rule  to  maintain  reasonable  use  of 
the  two  Federally  owned  airports  and  to 
have  them  serve  the  Washington  area 
and  provide  the  air  carriers  access  to 
the  area  without  unreasonable  and 
unjust  restrictions. 

Effective  Date 

FAA  expects  that  it  will  need  several 
months  after  the  close  of  the  comment 
period  to  reflect  upon,  and  react  to,  the 
comments  received.  Final  rules  may  be 
issued  on  or  about  August  15, 1980.  Also, 
by  that  date  FAA  will  issue  a  Hnal 
environmental  impact  statement  on  the 
operation  of  the  airports  and  the  policy 
alternatives.  Under  the  proposal,  the 
final  rule  would  not  become  effective 
until  January  1, 1981,  A  period  between 
adoption  and  the  effective  date  of  the 
rules  is  necessary  to  allow  for  the 
orderly  allocation  of  slots  to  the 
individual  carriers.  This  will  be 
accomplished  through  the  method  that  is 
adopted  by  the  FAA  after  a  future  notice 
and  comment  period.  The  lead  time  is 
also  necessary  in  order  to  permit  the 
carriers  to  make  the  schedule 
modifications  that  would  be  made 
necessary  by  these  rules. 

Further  National  Airport  Actions 

In  February,  the  FAA  will  issue  a 
Notice  of  Proposed  Rulemaking  on 
methods  of  allocating  slots  among  the 
carriers  at  Washington  National  Airport 
and  which  could  be  used  at  other  hi^ 
density  airports,  where  operations  are 
allocated  on  an  hourly  basis.  Alternative 
methods  of  allocating  slots  amongst  the 
carriers  will  be  offered  for  public 
comment. 


The  Proposed  Amendments 

In  consideration  of  the  above,  the 
Federal  Aviation  Administration 
proposes  to  amend  Subpart  K  of  Part  93 
of  the  Federal  Aviation  Regulations  (14 
CFR  Part  93)  and  Subpart  C  of  Part  159 
of  the  FeUeral  Aviation  Regulations  (14 
CFR  159)  as  follows: 

§93.123  [Antendedl 

1.  Alternative  A:  By  amending 
paragraph  (a)  of  §  93.123  in  the  chart 
entitled  “IFR  OPERATIONS  PER 
HOUR,”  by  deleting  the  numbers  “40,” 
“8,”  “12"  in  the  vertical  column  beneath 
the  words  “Washington  National 
Airport"  and  by  substituting  for  them 
the  following  numbers:  “36,"  “12,”  and 
“12.” 

Alternative  B:  By  amending  paragraph 

(a)  of  §  93.123  in  the  chart  entitled  “IFR 
OPERATIONS  PER  HOUR”  by  deleting 
the  numbers  “40,”  “8,”  "12”  in  the 
vertical  column  beneath  the  words 
“Washington  National  Airport”  and  by 
substituting  for  them  the  following 
numbers:  "36,"  “15,”  “9.” 

2.  By  amending  paragraph  (b)(3)  of 
§  93.123  by  deleting  the  number  “40” 
wherever  it  appears  and  by  substituting 
for  it  the  number  “36.” 

3.  By  adding  new  paragraph  (c)  to 
§  93.123  to  read  as  follows:  (c)  For 
operations  at  Washington  National 
Airport,  after  Decemtwr  31, 1980 — (1) 
The  term  “air  carrier  except  air  taxis,” 
as  used  in  this  section,  is  defined  as 
operations  conducted  by  air  carriers 
with  aircraft  having  a  maximum 
passenger  seating  capacity  of  56  or 
more. 

(2)  The  term  “scheduled  air  taxis,”  as 
used  in  this  section,  is  defined  as 
operations  conducted  by  air  taxis,  or  air 
carriers,  with  aircraft  having  a 
maximum  passenger  capacity  of  less 
than  56. 

4.  By  adding  to  Part  159  new  §  159.40 
as  follows: 

§  159.40  Hours  of  operation. 

(a)  After  December  31, 1980,  except  in 
an  emergency,  no  person  may  operate 
an  aircraft  at  Washington  National 
Airport  after  10:30  p.m.  and  before  /.“OO 
a.m. 

(b)  After  December  31, 1980,  no 
certiBcated  air  carrier  or  scheduled  air 
taxi  shall  schedule  an  aircraft  operation 
to  occur  at  Washington  National  Airport 
after  9:30  p.m.  and  before  7:00  a.m. 

(c)  After  December  31, 1980,  from  9:00 
to  9:30  p.m.  at  Washington  National 
Airport,  the  total  number  of  scheduled 
operations  for  certificated  air  carriers 
and  scheduled  air  taxis  shall  not  exceed 
one  half  the  IFR  operations  per  hour 
allocated  to  each  of  those  classes  of 
user  under  §  93.123  for  Washington 


National  Airport.  If  one  half  the 
allocated  operations  is  a  fraction,  the 
next  higher  whole  number  may  be 
scheduled. 

§  159.59  [Amended] 

5.  By  amending  §  159.59  by 
redesignating  paragraphs  "(a),”  “(b)” 
and  “(c)”  as  “(c)”  and  “(d)”  and  “(e)” 
and  by  adding  new  paragraphs  (a)  and 
(b)  as  follows: 

(a)  Except  in  an  emergency,  no  person 
may  operate  a  four  engine  turbojet 
transport  category  aircraft  at 
Washington  National  Airport. 

(b)  After  December  31, 1980,  no  person 
may  operate  at  Washington  National 
Airport,  an  aircraft  of  a  type  not 
regularly  operated  at  that  airport  as  of 
January  15. 1980,  except  as  authorized 
by  the  Director  of  Metropolitan 
Washington  Airports.  The  Director  may 
request  the  person  proposing  to  operate 
aircraft  of  this  tsqie  at  Washington 
National  to  submit  a  plan  describing 
how  the  aircraft  operation  will  be 
compatible  with  the  airport  facilities, 
including  a  description  of  the  aircraft 
type,  the  schedule,  and  the  gate  position 
proposed  to  be  used.  The  Director  shall 
base  his  authorization  or  denial  solely 
on  the  compatibility  of  the  operation 
with  the  National  Airport  facility. 

6.  Alternative  A:  By  adding  to  Part  159 
new  §  159.60  as  follows: 

§  159.60  Nonstop  operations. 

(a)  After  December  31, 1980,  no  person 
may  operate  an  air  carrier  aircraft 
nonstop  between  Washington  National 
Airport  and  any  airport  that  is  beyond 
650  statute  miles  from  Washington 
National  Airport 

(b)  Notwithstanding  paragraph  (a)  of 
this  section  an  aircraft  may  be  operated 
nonstop  between  Washington  National 
Airport  and  the  airports  serving  the 
following  cities: 

(1)  Memphis,  Tennessee 

(2)  Miami,  Florida 

(3)  Minneapolis-St.  Paul,  Minnesota 

(4)  Orlando,  Florida 

(5)  St.  Louis,  Missouri 

(6)  Tampa,  Florida 

(7)  West  Palm  Beach,  Florida 

Alternative  B:  By  adding  to  Part  159 

new  §  159.60  as  follows: 

§  159.60  Nonstop  operations.' 

After  December  31, 1980,  no  person 
may  operate  an  air  carrier  aircraft 
nonstop  between  Washington  National 
Airport  and  any  airport  that  is  more 
than  1,000  statute  niiles  away  from 
Washington  National  Airport. 

Authority:  Secs.  103.  307(a).  (b)  and  (c), 
313(a).  of  the  Federal  Aviation  Act  of  1956,  as 
amended  (49  U.S.C.  1359);  Sec.  2  of  the  Act 
for  the  Administration  of  Washington 
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National  Airport,  54  Stat.  688;  Sec.  4  of  the 
Second  Washington  Airport  Act,  64  Stat.  770; 
Sec.  6  of  the  Department  of  Transportation 
Act  (49  U.S.C.  1655). 

Note. — ^The  FAA  has  determined  that  this 
document  involves  a  proposed  regulation 
which  is  significant  under  Executive  Order 
12044  as  implemented  by  DOT  Regulatory 
Policies  and  Procedures  (44  FR  11034; 
February  26, 1979).  A  copy  of  the  draft 
Regulatory  Analysis  prepared  for  this  action 
is  contained  in  the  regulatory  docket.  A  copy 
of  it  may  be  obtained  by  contacting  the 
person  identified  above  under  the  caption 
“FOR  FURTHER  INFORMATION 
CONTACT.” 

Issued  in  Washington,  D.C.,  on  January  15, 
1980. 

Langhorne  Bond, 

Administrator, 

|FR  Doc.  80-1834  Filed  1-16-80;  3:20  pm) 
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DEPARTMENT  OF  TRANSPORTATION 
Federal  Aviation  Administration 
[Docket  No.  19950] 

Metropolitan  Washington  Airports; 
Proposed  Policy 

agency:  Federal  Aviation 
Administration,  Department  of 
Transportation. 

action:  Notice  of  proposed  policy. 

summary:  The  U.S.  Department  of 
Transportation  and  the  FAA  propose  to 
adopt  a  comprehensive  policy  that  will 
guide  the  future  operation  and 
development  of  Washington  National 
and  Dulles  International  Airports  and 
abate  aircraft  noise  in  the  communities 
near  National  Airport.  It  is  proposed 
that  Dulles  International  Airport  shall 
continue  to  serve  all  types  of  air 
transportation  needs  and  that  its 
facilities  be  improved  and  expanded  as 
needed  to  fulfill  that  role.  At  National, 
FAA  proposes  that  the  future  growth  of 
aviation  activity  be  controlled  and  that 
measures  be  taken  to  assure  that  no 
more  than  18  million  annual  passengers 
use  the  airport  in  future  years.  FAA 
proposes  to  reduce  hourly  certificated 
air  carrier  scheduled  operations  at 
National  from  the  present  40  to  36.  This 
would  immediately  slow  down  the  rate 
of  growth  in  passenger  activity  at  the 
airport  and  make  available  additional 
operating  positions  for  commuter  air 
carriers.  A  reduction  in  the  number  of 
operating  slots  reserved  for  general 
aviation  from  12  to  9,  with  three 
additional  slots  to  be  made  available  to 
commuter  air  carriers  is  also  under 
consideration. 

FAA  proposes  to  adjust  the  hours  of 
operation  of  Washington  National 
Airport.  The  certificated  and  commuter 
air  carriers  will  not  be  permitted  to 
schedule  operations  after  9:30  p.m.  It  is 
proposed  that  a  curfew  be  established 
which  will  close  the  airport  to  all  traffic, 
except  in  emergencies,  after  10:30  p.m. 
and  before  7:00  a.m.  These  measures 
will  reduce  potential  certificated  air 
carrier  operations  at  National  by  118,  an 
18.6  percent  reduction.  Also,  it  is 
proposed  to  allow  two  and  three  engine 
wide-body  aircraft  to  use  National 
Airport  subject  to  a  determination  by 
the  airport  management  that  the 
operation  is  compatible  with  airport 
facilities.  In  addition,  consideration  is 
being  given  to  formally  adopting  a 
perimeter  rule  which  limits  the  distance 
of  nonstop  flights  to  and  from  National 
Airport.  Either  the  existing  informal  650- 
mile  perimeter  with  continuing 
exceptions  for  seven  cities  beyond  650 


miles  will  be  maintained  or  the 
perimeter  will  be  redefined  as  1,000 
miles,  which  is  approximately  the 
distance  to  the  furthest  city  now 
permitted  nonstop  service  under  the 
exceptions  to  the  current  practice. 
Adoption  of  this  latter  proposal  would 
eliminate  the  potentially  discriminatory 
treatment  of  closer-in  cities.  National 
Airport’s  role  as  that  of  a  “medium”  and 
“short-haul”  airport  would  be 
maintained  in  either  case. 

DATE:  Comments  must  be  received  by 
April  15, 1980. 

ADDRESS:  Send  comments  to:  Federal 
Aviation  Administration,  Office  of  the 
Chief  Counsel,  ATTN:  Rules  Docket, 
AGC-24,  800  Independence  Avenue, 
S.W.,  Washington,  D^C.  20591. 

FOR  FURTHER  INFORMATION  CONTACT: 
Charles  C.  Erhard,  Metropolitan 
Washington  Airports,  Washington 
National  Airport,  Hangar  9,  Washington, 
D.C.  20001,  Telephone:  (202)  557-0972. 

Background 

The  United  States,  acting  through  the 
Federal  Aviation  Administration  (FAA) 
of  the  Department  of  Transportation 
(DOT),  owns,  operates  and  maintains  - 
the  Metropolitan  Washington  Airports — 
Washington  National  and  Dulles 
International,  the  two  air  carrier  airports 
serving  the  Washington,  D.C.  area. 
Baltimore-Washington  International 
Airport  (BWI)  also  provides  some 
service  to  metropolitan  Washington,  and 
is  owned  and  operated  by  the  State  of 
Maryland  acting  through  the  Maryland 
Department  of  Transportation  (MDOT). 

For  the  past  eight  years,  the  U.S. 
Department  of  Transportation  and  the 
FAA  have  been  seeking  to  establish  an 
appropriate  policy  to  guide  the 
management  and  operation  of 
Washington  National  and  Dulles 
International  Airports.  Once  a  role  for 
each  airport,  in  meeting  the  Washington 
metropolitan  area’s  air  transportation 
needs,  it  clearly  defined,  it  will  be 
possible  for  the  FAA  to  move  ahead 
with  long  overdue  improvements  to  the 
facilities  at  Washington  National  while 
continuing  to  make  timely  improvements 
to  Dulles.  An  understanding  of  the  role 
of  each  airport  is  necessary  to  assure 
that  the  investment  in  improvements  is 
consistent  with  the  area’s  needs.  While 
the  U.S.  DOT  does  not  establish  policy 
for  BWI,  it  recognizes  that  actions  taken 
at  National  and  Dulles  Airports  may 
influence  operations  at  BWI.  Therefore, 
BWI’s  role  is  being  considered  in  the 
development  of  a  policy  for  the  federally 
owned  airports.  The  respective  roles  of 
these  three  airports  have  been  the 
subject  of  several  studies  by  the  U.S. 
DOT,  the  State  of  Maryland  DOT  and 


the  Metropolitan  Washington  Council  of 
Governments  (COG). 

In  March  1978  the  FAA  issued  a 
Notice  of  Proposed  Policy  [43  FR  12141, 
March  23, 1978].  At  that  time,  FAA 
proposed  that  Dulles  Airport  would 
continue  to  provide  alLtypes  of  air 
service  to  the  Washington  area.  At 
National  it  was  proposed  to  maintain 
the  current  nonstop  perimeter,  to 
maintain  air  carrier  activity  at  no  more 
than  40  scheduled  operations  per  hour, 
to  end  scheduled  air  carrier  activity  at 
9:30  p.m.  daily,  to  place  nightime  noise 
level  restrictions  on  aircraft,  to  permit 
two  and  three  engine  wide-bodied 
aircraft  to  operate  at  Washington 
National  Airport  and  to  constrain  the 
growth  at  National  to  no  more  than  16 
million  annual  passengers  in  1985  and  18 
million  in  1990.  The  FAA  proposal  was 
accompanied  by  a  Draft  Environmental 
Impact  Statement.  Following  the 
proposal,  FAA  conducted  several  public 
hearings  and  solicited  comments  from 
the  interested  public.  A  large  number  of 
comments  on  ^e  policy  proposal  were 
received  from  other  Federal  agencies, 
state  and  local  and  municipal  agencies, 
organizations,  individuals  and  Members 
of  Congress.  Officials  of  several  cities 
currently  served  or  seeking  to  receive 
air  service  to  Washington  via  National 
Airport  also  commented  on  the 
proposal. 

The  Department  of  Transportation 
and  the  FAA  have  reflected  upon  each 
aspect  of  the  policy  proposal  both  in  the 
light  of  the  comments  received  and  in 
light  of  the  airports’  experience  after  the 
enactment  of  the  Airline  Deregulation 
Act  of  1978.  'The  DOT  believes  that  a 
revision  to  the  proposed  policy  is 
appropriate: 

— To  address  more  directly  the 
nighttime  operations  at  National 
Airport, 

— ^To  address  the  allocation  of 
available  capacity  at  National 
among  the  classes  of  aircraft 
operators, 

— ^To  address  more  specifically  the 
means  by  which  any  limit  on  annual 
passenger  activity  at  National  will 
be  achieved,  and 

— To  address  the  issue  of  whether  the 
current  practice  of  limiting  the  non¬ 
stop  flights  into  and  out  of  National 
Airport  to  650  statute  miles  (with 
exception  for  seven  cities)  should 
be  maintained  or  modified. 

In  addition,  updated  forecasts  of 
aircraft  usage  and  air  passenger  activity 
reflecting  airline  deregulation  are  now 
available. 

After  extensive  review  within  FAA, 
and  by  the  Office  of  the  Secretary  of 
Transportation,  FAA  is  publishing  the 
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proposed  policy,  as  revised,  in  its 
entirety. 

Comments  Invited 

Interested  persons  are  invited  to 
participate  in  the  development  of  the 
proposed  policy  by  submitting  written 
comments,  data,  views  or  arg^lments 
upon  any  aspect  of  the  proposed  policy. 
Comments  relating  to  all  issues  and 
policies  discussed  below  are  invited  as 
well  as  comments  on  the  environmental, 
energy  or  economic  impact  that  might 
result  from  adoption  of  the  proposed 
policy.  Communications  should  identify 
the  docket  or  notice  number  and  be 
submitted  in  duplicate  to:  Federal 
Aviation  Administration.  OfHce  of  the 
Chief  Counsel,  ATTN:  Rules  Docket, 
AGC-24,  800  Independence  Avenue, 
SW..  Washington.  D.C.  20591. 

All  communications  received  on  or 
before  April  15, 1980,  will  be  considered 
by  the  Administrator  before  taking 
action  on  the  proposed  policy  or 
associated  rules.  The  proposal 
contained  in  this  notice  may  be  changed 
in  light  of  the  comments  received. 

Availability  of  Notice 

Any  person  may  obtain  a  copy  of  this 
notice  of  proposed  policy  by  submitting 
a  request  to  the  Federal  Aviation 
Administration,  Office  of  Public  Adairs, 
Attention:  Public  Information  Center. 
APA-430,  800  Independence  Avenue, 
SW.,  Washington,  D.C.  20591,  or  by 
catling  (202)  426-8058.  Communications 
must  identify  the  notice  number.  Persons 
interested  in  being  placed  on  a  mailing 
list  for  future  Notices  should  also 
request  a  copy  of  Advisory  Circular  No. 
11-2  which  describes  the  application 
procedure. 

FAA  intends  to  be  responsive  to  the 
conunents  received,  expects  to  complete 
this  policy  review,  to  issue  a  final 
environmental  impact  statement  and  to 
issue  a  final  policy  statement  by  August 
15, 1980. 

Environmental  Impact  Statement 

A  supplement  to  the  FAA  Draft 
Environmental  Impact  Statement  issued 
in  March  1978  has  been  prepared.  The 
Statement  contains  FAA’s  assessment  of 
the  probable  impact  of  the  proposed 
policy  and  a  comparison  of  the  impacts 
fi'om  the  principal  alternatives. 
According  to  the  draft  impact  statement, 
when  compared  to  the  present 
conditions  and  to  the  projected  impacts 
of  no  policy  change,  implementation  of 
the  policy  would  significantly  reduce  the 
area  around  National  Airport  that  is 
exposed  to  higher  aircraft  noise  levels. 
Both  day  and  nighttime  noise  levels 
would  be  reduced  with  the  greatest 
reduction  occurring  at  night.  The  areas 


surrounding  Dulles  and  BWI  would 
experience  a  slight  increase  in  noise 
exposure  compared  to  the  existing 
condition  and  to  the  projected 
conditions  if  the  proposed  policy  is  not 
enacted.  Air  quaUty  and  other ' 
environmental  impacts  are  also  detailed 
in  the  impact  statement.  The  Statement 
can  be  obtained  fi'om  Charles  Erhard, 
Environmental  Officer,  Metropolitan 
Washington  Airports,  Hangar  9, 
Washington,  D.C.  20001.  Also,  the 
statement  will  be  distributed  to  area 
public  libraries. 

Public  Hearing 

A  public  hearing  on  the  proposed 
policy  will  be  scheduled  within  30  days 
and  a  notice  issued. 

Regulatory  Actions 

Certain  aspects  of  the  policy,  if 
adopted,  will  necessitate  amendments 
to  existing  Federal  regulations.  In 
particular,  an  amendment  to  the 
regulation  that  prescribes  the  limitation 
on  the  number  of  scheduled  hourly 
operations  at  National  Airport  by  class 
of  user  (air  carrier,  commuter  air  carrier, 
general  aviation)  will  be  necessary. 

FAA  believes  that  other  aspects  of  the 
proposed  policy  would  best  be 
implemented  by  Federal  regulation, 
particularly  where  change  to  established 
practice  is  contemplated  such  as  in  the 
hours  of  airport  operation,  the  aircraft 
type  restrictions  and  the  nonstop 
perimeter  policy.  Even  if  current 
practices  are  not  changed,  FAA  believes 
that  the  compliance  by  airport  user  with 
current  policies  at  the  airports  should  be 
founded  upon  a  more  formal 
relationship.  The  degree  of  voluntary 
compliance  with  current  policies  at 
National  Airport  has  been  very  high. 
Nevertheless,  to  assure  public 
participation,  to  promote  a  clearer 
understanding  and  better  acceptance  of 
airport  policies  in  the  community  at 
large  as  well  as  amongst  the  operators 
of  aircraft,  and  to  assme  compliance 
with  the  new  policies,  if  adopted,  FAA 
has  prepared  a  Notice  of  Proposed  Rule 
Making  to  accompany  the  proposed 
policy.  Interested  parties  are  advised  to 
direct  their  attention  and  their 
comments  to  these  proposed  rules  as 
well  as  to  the  proposed  policy.  The 
Notice  of  Proposed  Rule  Making  is 
published  in  this  Federal  Register. 

Current  Characteristics  of  the 
Metropolitan  Washington  Airports 

1.  Washington  National  Airport. — 
National  Airport,  located  ^V2  miles  from 
downtown  Washington,  is  currently  the 
area’s  busiest  airport.  It  handles 
approximately  67  percent  of  the  total 
passenger  activity  in  the  region.  More 


than  15  million  air  carrier  passengers 
used  National  during  the  twelve-month 
period  ending  September  30, 1979.  If  the 
present  growth  rate  continues,  the 
Airport  would  handle  nearly  20  million 
passengers  in  1985.  Airside  capacity  is 
approximately  60  aircraft  operations  (a 
takeoff  or  a  landing)  per  hour  under 
weather  conditions  requiring  instrument 
flight  rules.  Forty  of  these  have  been 
allocated  to  air  carrier  operations.  12  to 
general  aviation  operations  and  eight  to 
commuter  air  carrier  operations,  llie 
hourly  allocations  of  each  of  the  three 
classes  is  fully  utilized  during  most 
hours  of  the  day.  To  reduce  the  effects 
of  noise  in  the  surrounding  residential 
areas,  air  carrier  operations  with  jet 
aircraft  are  not  scheduled  after  10  p.m. 
or  before  7  a.m.  General  aviation  has 
also  joined  in  this  effort  to  reduce 
nighttime  noise.  Present  terminal 
facilities  can  serve  approximately  3,500 
passengers  per  hour.  In  many  hours 
more  passengers  than  this  pass  through 
the  airport,  but  only  with  a  noticeable 
increase  in  congestion  and  delay.  Metro 
rail  rapid  transit  service  has  facilitated 
the  handling  of  passengers  at  the 
airport.  It  carries  approximately  15 
percent  of  National’s  passengers.  Even 
with  Metro  service,  the  airports  4,200 
space  public  parking  lot  is  often  filled, 
or  nearly  filled  to  capacity. 

The  main  terminal  building  at 
National  was  constructed  in  the  early 
1940’s  and  the  north  terminal  building 
was  added  in  1958.  Although  some 
modernization  has  been  completed  by 
several  air  carriers,  the  aesthetics,  the 
efficiency  of  passenger  handling,  the 
internal  circulation  systems,  including 
the  movement  of  passengers  between 
the  terminals  and  the  Metro  station,  are 
in  need  of  substantial  improvements  and 
modernization. 

Sharp  differences  of  opinion  exist 
over  what  the  role  of  National  Airport 
should  be.  'The  differences  are  best 
illustrated  by  the  two  perspectives 
which,  together,  encompass  most  of  the 
comments  received  on  the  1978 
proposal.  The  representatives  of  the 
residential  areas  affected  by  aircraft 
noise  seek  to  minimize  the  impact  of  the 
airport  on  their  community.  They  hold 
that,  with  two  other  air  carrier  airports 
serving  the  region,  the  heavy 
concentration  of  activity  at  National  is 
unwarranted  and  an  unnecessary 
burden  on  the  afiected  commimities. 

The  other  perspective  is  that  of  the 
airport  user  and  the  air  transport 
industry  which  seeks  to  maintain  and 
improve  close-by  air  transportation 
service  to  the  Metropolitan  business 
center  and  to  meet  the  ever-increasing 
demand  for  service  between  more 
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communities  and  the  seat  of  the  Federal 
Government.  From  this  prespective. 
National  Airport  which  is  Federally 
owned  and  operated,  performs  a 
national  as  well  as  a  local  role.  Further, 
the  air  transport  industry  holds  that  the 
quota  on  operations  and  the  restrictions 
on  wide-body  aircraft  at  National 
Airport  unduly  constrain  growth  and 
that  the  use  of  wide-body  aircraft  would 
be  environmentally  beneHcial  to  the 
community. 

2.  Dulles  International  Airport. — 
Dulles  Airport  was  designed  to  handle 
jet  transport  category  aircraft.  The 
terminal  building  designed  by  Eero 
Saarinen  is  generally  recognized  as 
being  among  the  most  beautiful  and 
efficient  terminals  in  the  country.  The 
airport  is  26  miles  from  downtown 
Washington.  The  principal  access  to  the 
airport  is  the  Dulles  Access  Highway,  an 
"airport  only”  road  with  limited 
exceptions  that  is  maintained  by  the 
FAA. 

Airside  capacity  at  Dulles  is 
approximately  100  flights  per  hour  under 
instrument  flight  rules.  Current  peak 
hour  air  carrier  use  is  approximately  30 
per  hour  and  total  peak  hour  operation 
is,  on  an  average  between  60  and  80 
operations.  Off-peak  utilization  is 
considerably  lower.  The  terminal 
capacity  of  approximately  1,800 
passengers  per  hour  is  not  regularly 
exceeded  except  during  the  peak 
periods  of  activity.  Passenger  use  of 
Dulles  grew  to  approximately  3.5  million 
in  fiscal  year  1979. 

Role  of  the  Airports 

Dulles  was  designed  to  provide  all 
levels  of  airline  service  to  the 
Washington  metropolitan  area.  It 
currently  serves  domestic  and 
international  long-haul  markets.  It  is  a 
port-of-entry  with  a  modem 
international  arrival  and  inspection 
facility.  National  is  considered  the 
area's  medium  and  short-haul  airport.  In 
1966,  by  an  understanding  with  the  air 
carriers,  nonstop  flights  from  National 
were  restricted  to  a  radius  of  no  more 
than  650  miles  with  seven  cities 
(Minneapolis,  St.  Louis,  Memphis, 

Tampa,  Orlando,  West  Palm  Beach  and 
Miami)  excluded  from  the  restriction. 
These  cities  had  nonstop  service  with 
propeller  aircraft  at  the  time  the 
restriction  was  established  in  1966  and 
are  provided  nonstop  service  today 
under  a  “grandfather"  arrangement. 

Significant  technical  regulatory  and 
social  changes  have  occurred  in  recent 
years  that  have  affected  the  air 
transportation  industry  and  which  make 
necessary  a  review  of  the  roles 
established  for  the  airports.  These 
changes  include,  among  other  things: 


1.  Community  concern  over  the 
environmental  impact  of  flight 
operations  over  residential  areas  near 
National  and  Dulles  Airports; 

2.  The  possibility  that  air  carriers 
could  more  efficiently  serve  Washington 
National  with  wide-body  aircraft  which 
are  also  environmentally  preferable  to 
the  older  aircraft  in  use  at  National; 

3.  The  increased  demand  of  smaller 
communities  within  650  miles  for  service 
to  Washington,  and  the  emergence  of 
commuter  air  carriers  to  service  these 
points;  and 

4.  The  increased  demand  of 
communities  beyond  650  miles  for 
service  to  National  Airport. 

Policy  Objectives 

The  Department  of  Transportation’s 
efrort  to  develop  a  policy  has  been 
undertaken  with  the  following 
objectives: 

1.  To  rationalize  the  role  and  use  of 
the  two  Federally  owned  airports  from 
an  overall  transportation  viewpoint  and 
to  coordinate  their  use  while  assuring 
that,  through  these  facilities,  the 
Washington  area  can  accommodate  all 
aeronautical  services. 

2.  To  encourage  an  adjustment  in  the 
distribution  of  activity  amongst  the 
region’s  airports,  an  adjustment  which 
would  begin  immediately  and  which, 
over  time,  would  reduce  National 
Airport’s  share  of  the  annual  passenger 
market  significantly  below  its  current 
67%  to  achieve  better  utilization  of 
existing  and  planhed  airport  capacity. 

3.  To  ensure  that  the  growth,  uses  and 
roles  of  the  airports  are  as  compatible 
as  possible  with  the  competing  demands 
and  expectations  of  the  community,  both 
with  respect  to  environmental  quality 
and  air  transportation  service. 

4.  To  permit  planning  for  and 
implementation  of  improvements  at 
National  Airport,  but  only  those 
improvements  that  are  consistent  with 
its  role. 

5.  To  eliminate  any  unnecessary 
constraints  on  the  use  of  aircraft  at 
National  Airport. 

Proposed  Policy  for  Metropolitan 
Washington  Airports 

The  following  policy  is  proposed  to 
guide  the  management  and  operation  of 
the  Metropolitan  Washington  Airports: 

1.  Dulles  Airport  will  continue  to 
provide  all  types  of  air  transportation 
service  to  the  Washington  area. 

Capacity  will  continue  to  be  added  as 
needed.  The  Dulles  Access  Highway 
will  continue  as  an  “Airport  only” 
access  facility  with  limited  exceptions 
and  the  effort  will  be  undertaken  to 
promote  and  improve  public 
transportation  to  the  airport. 


2.  A  program  of  managed  growth  will 
be  undertaken  at  National.  FAA  will 
immediately  commence  the  reduction  in 
the  rate  of  air  passenger  growth  at 
National  and  establish  a  permanent 
limit  on  the  number  of  passengers 
served  annually  at  no  more  than  18 
million.  The  immediate  reduction  in  the 
rate  of  growth  and  maintenance  of  a 
permanent  level  of  passenger  activity 
will  be  accomplished  by  a  reduction  in  a 
number  of  operating  slots  allocated  to 
certificated  air  carriers  at  National. 

Discussion:  National  Airport  served 
approximately  15.1  million  passengers  in 
1979.  Based  upon  the  most  recent 
projections,  if  the  current  growth  rate 
continues,  18  million  will  be  reached  by 
1983.  Under  the  proposed  policy, 
Washington  National  would  not  reach 
18  million  passengers  until  calendar 
year  1985  at  which  time  its  share  of  the 
market  will  have  been  reduced  from  67% 
of  the  region’s  activity  today,  to  54%  of 
the  projected  passenger  activity  in  1985. 
Maintenance  of  the  18  million  limitation 
will  reduce  National  to  49%  of  the 
projected  regional  passenger  activity  in 
1990. 

The  rate  of  growth  at  National  and  the 
absolute  air  passenger  level  will  be 
evaluated  by  the  FAA  in  keeping  with 
this  managed  growth  objective.  The 
currently  proposed  reduction  in  air 
carrier  slots  will  produce  an  immediate 
reduction  in  the  rate  of  growth  so  that 
further  reductions  in  operating  slots 
should  not  be  necessary  until  1985  or 
whenever  the  airport  is  approaching  the 
18  million  passenger  level.  However, 
FAA  will  propose,  in  February,  a 
mechanism  for  further  slot  reallocations 
so  that  the  18  million  annual  passenger 
level  will  not  be  exceeded. 

3.  The  total  number  of  operating  slots 
at  National  Airport  will  remain  at  60  per 
hour.  Certfficated  air  carrier  activity  will 
be  limited  to  no  more  than  36  scheduled 
operations  (take-off  or  landing)  per  hour 
between  7:00  a.m.  and  8:59  p.m.,  and  no 
more  than  18  scheduled  operations 
between  9:00  p.m.  and  9:30  p.m. 
Commuter  air  carrier  operations  will  be 
increased  from  the  present  eight  hourly 
operating  slots.  The  increase  is  proposed 
to  be  either  to  12  operations  between 
7:00  a.m.  and  8:59  p.m.,  with  six  between 
9:00  p.m.  and  9:30  p.m.,  or  15  operations 
betwen  7:00  a.m.  and  8:59  p.m.,  with 
eight  between  9:00  p.m.  and  9:30  p.m.  It 
is  proposed  that,  if  the  commuter  slots 
are  to  be  increased  to  15,  three  operating 
slots  will  be  deducted  from  the 
allocation  to  the  general  aviation  class 
of  user. 

Discussion:  The  reduction  in  air 
carrier  slots  from  the  present  40  to  36 
per  hour  will  eliminate  64  air  carrier 
operating  slots  per  day  at  National 
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based  on  the  present  16  hours  of 
scheduled  air  carrier  operation.  This 
reduction,  coupled  with  the  proposed 
reduction  in  the  number  of  scheduling 
hours  to  14  V^,  will  slow  the  rate  of 
growth  of  the  number  of  passengers 
served  at  National.  It  is  anticipated  that 
no  further  reduction  in  air  carrier  slots 
will  be  necessary  until  the  airport  is 
approaching  the  18  million  passenger 
cap.  The  cap  is  expected  to  be  reached 
by  1985. 

The  increase  in  slots  for  commuter  air 
carriers  is  necessary  to  better  assure 
service  to  smaller  communities  that  are 
not  adequately  served  by  the 
certificated  carriers.  There  is  a 
considerable  waiting  list  for  commuter 
operating  slots.  The  immediate  infusion 
of  four  slots  per  hour,  58  per  day,  should 
significantly  reduce  the  backlogged 
demand.  But  it  is  expected  that  even  all 
of  these  sluts  will  be  insufficient  to 
adequately  provide  for  commuter  air 
carrier  demand  at  National.  For  this 
reason  FAA  is  also  considering  the 
addition  of  seven  more  slots  per  hour  to 
the  commuter  air  carrier  allocation  to 
create  a  total  allocation  of  15  scheduled 
operations  per  hour. 

FAA  believes  that  the  proposed  slot 
reallocation  is  an  appropriate  means  of 
managing  growth  at  National  while 
making  slots  available  for  air  carrier 
service  to  small  communities  within 
several  hundred  miles  of  Washington. 

Neither  this  proposed  policy  nor  any 
of  the  proposed  rules  addresses  the 
methods  by  which  slots  are  allocated 
within  a  class.  At  present,  distribution 
of  certificated  air  carrier  slots  is  made 
by  a  committee  composed  of 
representatives  of  each  of  the  carriers 
that  operate  pursuant  to  an  exemption 
from  the  antitrust  laws  granted  by  the 
Civil  Aeronautics  Board.  The  commuters 
have  an  organization,  the  Washington 
National  Commuter  Airline  Association, 
which  is  currently  administering  the 
allocation  of  slots  for  commuter  air 
carriers.  The  Civil  Aeronautics  Board 
has  posed  the  possibility  that  the 
exemption  from  the  antitrust  laws 
currently  enjoyed  by  such  committees 
maybe  ended.  DOT  expects  to  issue  a 
separate  Notice  of  Proposed  Rule 
Making  in  February  in  which  several 
alternative  methods  of  allocation  will  be 
proposed  for  comment.  It  is  expected 
that  a  final  rule  on  slot  allocation  will  be 
issued  on  or  about  the  same  date  that 
the  Hnal  rules  on  National  Airport  are 
issued. 

4.  The  hours  of  operation  of  National 
Airport  will  be  modified  and  the 
scheduling  hours  will  be  reduced.  The 
certificated  air  carriers  and  the 
commuter  air  carriers  will  be  permitted 
to  schedule  operations  from  7:00  a.m. 


until  9:30  p.m.  An  absolute  ciu'few  will 
be  imposed  on  operations  at 
Washington  National.  The  airport  will 
be  closed  to  all  trafHc  after  10:30  p.m. 
and  before  7:00  a.m.,  except  for 
emergencies. 

Discussion:  The  reduction  in 
scheduling  hours  will  eliminate 
approximately  60  nighttime  air  carrier 
aircraft  operating  slots.  When  combined 
with  the  hourly  slot  reductions,  there 
will  be  a  reduction  of  118  air  carrier 
operating  slots.  Currently, 
approximately  75  air  carrier  operations 
are  scheduled  in  these  118  slots.  The 
proposal,  if  adopted,  would  result  in 
their  immediate  elimination  and  in  the 
loss  of  the  additional  43  air  carrier  slots 
that  are  currently  not  used.  This 
measure  will  aid  the  FAA  in  controlling 
the  growth  at  National.  At  present, 
scheduled  operations  occur  from  7:00 
a.m.  to  10:30  p.m.  and  the  carriers  are 
permitted  to  schedule  a  full  hour  of 
operations,  40  operations,  precisely  at 
10:00  p.m.  Currently,  approximately  20 
operations  are  scheduled.  The  proposed 
measure,  combined  with  the  restriction 
on  scheduling  to  half  the  hourly 
operations  between  9:00  and  9:30  p.m., 
will  help  avoid  the  bunching  or  air 
carrier  operations  and  will  better  assure 
that  scheduled  operations  are  completed 
before  the  late  night  hours.  Delayed 
arrivals  or  departures  that  are  scheduled 
before  9:30  will  be  permitted  to  be 
.  completed  until  10:30  p.m. 

The  curfew  on  all  operations  after 
10:30  p.m.  and  before  7:00  a.m.  will 
affect  approximately  5%  of  the  current 
daily  operations  at  National.  It  is 
expected  that  these  can  be 
accommodated  during  the  authorized 
operating  hours  at  National,  or  readily 
accommodated  at  Dulles  or  BWI.  The 
Washington  metropolitan  area  is 
fortunate  to  be  served  by  three  major 
airports,  one  of  which,  Dulles  Airport, 
the  United  States  can  assure  will  remain 
open  to  all  classes  of  aviation  use 
without  undue  restrictions.  In  light  of 
this  assured  capacity  and  in  recognition 
of  the  need  to  provide  relief  from 
aircraft  noise  to  the  community,  the 
curfew  on  all  operations  at  National  is 
proposed. 

5.  The  policy  constraint  on  the  use  of 
two-  and  three-engine  wide-body 
aircraft  at  National  will  be  removed. 

Discussion:  The  prohibition  on  four- 
engine  jet  aircraft  operations  at  National 
will  continue.  While,  as  a  matter  of 
policy,  two-  and  three-engine  wide-body 
aircraft  will  no  longer  be  prohibited 
from  using  National  Airport,  until  there 
is  a  redevelopment  of  the  airport’s 
facilities'  the  final  decision  on  their  use 
by  any  partioilar  operator  will  reside 
with  die  Director  of  Metropolitan 


Airports.  That  decision  is  to  be  made 
after  an  evaluation  of  the  requesting  air 
carrier's  proposed  operating  plan  and 
will  be  based  upon  the  proposed 
operation’s  compatibility  with  the 
airport  facility. 

6.  A  nonstop  service  perimeter  at 
National  will  be  dedned.  A  restriction 
on  the  nonstop  stage  length  of  flights 
will  be  retained  to  preserve  National’s 
“medium”  and  “short  haul”  status.  FAA 
proposes  that  the  restriction  be  either: 

a.  The  existing  650-mile  limit  with  the 
seven  “grandfather”  exemptions  for 
cities  that  had  nonstop  service  when  the 
perimeter  was  instituted,  or 

b.  A  1000-mile  limitation. 

Discussion:  The  retention  of  the 

perimeter  is  necessary  to  preserve 
National  Airport’s  local  service  role  and 
prevent  it  from  becoming  a  nonstop 
“long  haul”  airport.  However,  under  the 
existing  definition  nonstop  service  is 
denied  to  cities  beyond  6M  miles  even 
though  they  may  be  nearer  to 
Washington  than  the  furthest 
‘grandfather’  city,  Minneapolis,  which 
receives  nonstop  service  and  is 
approximately  1000  miles  away. 
Redefinition  of  the  perimeter  to  1000 
miles  would  treat  cities  of  equal 
distance  equally  regard  to  access  to 
National  Airport.  It  would  permit 
nonstop  service  between  National 
Airport  and  such  cities  as  Birmingham, 
Alabama,  Ft.  Lauderdale,  Florida,  New 
Orleans,  Louisiana,  and  Kansas  City, 
Missouri.  Such  service  would  have  to  be 
accommodated  within  the  allocation  of 
operations  at  the  Airport,  The  number  of 
lights  at  National  would  not  increase. 

(Secs.  103,  307(a),  (b)  and  (c),  313(a],  of  the 
Federal  Aviation  Act  of  1958,  as  amended  (49 
U.S.C.  1359);  sec.  2  of  the  Act  for  the 
Administration  of  Washington  National 
Airport,  54  Stat.  688;  sec.  4  of  the  Second 
Washington  Airport  Act,  64  Stat.  770:  sec.  6  of 
the  Department  of  Transportation  Act  (49 
U.S.C.  1655).) 

Issued  in  Washington;  D.C.  on  January  15, 
1980. 

Langhome  Bond, 

Administrator. 
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